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region to be driven in rotation around an axis of rotation and
an output region. A first torque transmission path and parallel
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torque transmission paths are provided between the input
region and the output region. A first phase shifter arrangement
is provided in the first torque transmission path for generating
a phase shift of rotational irregularities transmitted via the
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Mass inertias
1 [Mg_min 0.0 kg_n_tz_
2 Mg_max 2 kglni
3 |{M_min 0.01 k@f
4 |Mi_max 1.6 kg_n_'u_z_
5 {Mz_min 0.0005 kgmz
6 |Mp_max 1 kgm?
7 Ma_min 0.01 [.(gm2
g |Ma_max 25 kgl.“.z..
Mges= Mg + M1+M2+MA
9 [Mges.min 0.07 kgm’)
10 |Mges_Mmax 7 kgm®
favorabie ratio of mass inertias in the first
torque transmission path
11 {d=Mg/M,
12 [d_opt 1-10
favorable ratio of the mass inertias between the
two torque trtansmission paths
13 le =M¢M;
14 |e.opt 2-20
Stiffnesses
15 |S1_min 1 Nm/®
16 {Sy_max 70 Nm/°
17 1S2_min 0.01 Nm/°
18 [Sa_max > 1500 Nm/°
Fluidic damping
1g |Fi_min 0f Nms/rad
20 |Fi_max 10| Nms/rad
21 |Fp_min 0.01} Nms/rad
27 |F_max 1000] Nms/rad
Frictional damping
23 Ri_opt 0 Nm
Coupling arrangement
24 |i_min 0.5
25 |i.max 2
26 {iopt 1 +- 30%

Fig. 22
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1
ROTATIONAL VIBRATION DAMPING
ASSEMBLY

PRIORITY CLAIM

This is a U.S. national stage of Application No. PCT/
EP2011/055601, filed on 11 Apr. 2011, which claims priority
to German Application No. 10 2010 029 255.9, filed 25 May
2010, the contents of which are incorporated herein by refer-
ence.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The present invention is directed to a torsional vibration
damping arrangement such as can be used, for example, in the
drivetrain of a vehicle to damp and as far as possible eliminate
rotational irregularities.

2. Description of the Related Art

Especially in drivetrains constructed with internal combus-
tion engines, a constant torque can generally not be intro-
duced into a drivetrain because periodic ignitions occur in the
internal combustion engines and the energy released as a
result is converted into a rotational movement of the crank-
shaft. The torque delivered by the crankshaft and the rota-
tional speed thereof are both subject to fluctuations and oscil-
lations or, generally speaking, rotational irregularities.
Because rotational irregularities of this type may be notice-
able in driving mode, a general objective is to eliminate these
rotational irregularities as far as possible.

For example, it is known to use energy accumulators or
energy storages, i.e., for example, springs or moving masses
or combinations thereof, to temporarily store the energy
occurring in rotational irregularities of the kind mentioned
above and then to guide it into the drivetrain in such a way that
a smoother speed characteristic or torque characteristic can
be achieved. Two-mass flywheels are an example of torsional
vibration damping arrangements operating in this manner.
Mass pendulums known as mass dampers convert the rota-
tional irregularities occurring in driving condition into oscil-
lating deflections of vibrating masses; the deflection is carried
out in opposition to centrifugal force and, by predefining the
deflection path and the masses to be deflected, it is possible to
tune to particular excitation speeds or excitation frequencies.
Mass dampers of this type can, of course, be combined with
systems of masses which execute oscillations through the use
of springs or the like.

Because of the increasingly restricted space availability in
modern vehicles, there is also less installation space available
for the systems used for vibration damping with consequent
loss of decoupling quality, i.e., in the reduction of occurring
rotational irregularities.

It is the object of the present invention to provide a tor-
sional vibration damping arrangement of compact construc-
tion which achieves an improved reduction of rotational
irregularities introduced into a drivetrain.

According to the invention, this object is met through a
torsional vibration damping arrangement, particularly for the
drivetrain of a vehicle, comprising an input region to be
driven in rotation around an axis of rotation and an output
region, wherein a first torque transmission path and parallel
thereto a second torque transmission path and a coupling
arrangement for guiding together and superposing the torques
transmitted and occurring via the torque transmission paths
are provided between the input region and the output region,
wherein a first phase shifter arrangement is provided in the
first torque transmission path for generating a phase shift of

10

15

20

25

30

35

40

45

55

2

rotational irregularities transmitted via the first torque trans-
mission path relative to rotational irregularities transmitted
via the second torque transmission path.

In the torsional vibration damping arrangement according
to the invention, it is ensured through the use of the phase
shifter arrangement that a destructive superposition of oscil-
lation components occurs in the torque to be transmitted in
that the transmitted torque is first divided and then recom-
bined by the phase shift that is introduced. Ideally, the rota-
tional irregularities are virtually completely eliminated at
least in a particularly critical frequency range.

In order that this phase shift can be achieved efficiently in
a structurally simple manner, the first phase shifter arrange-
ment comprises a first oscillation system having a primary
side and a secondary side which is rotatable relative to the
primary side around the axis of rotation against the force of a
spring arrangement.

The first phase shifter arrangement is accordingly con-
structed substantially on the basis of the operating principle
of'a two-mass oscillator in which two masses, i.e., essentially
the primary side and secondary side, oscillating relative to
one another against the action of the spring arrangement are
provided with a desired oscillation behavior through selec-
tion of spring stiffness on the one hand and of mass ratios and
inertia at the primary side and secondary side on the other
hand. An oscillation system of this kind characteristically has
a resonant frequency. In the frequency range below the reso-
nant frequency, an oscillation system of this kind exhibits
subcritical oscillations, i.e., excitation and reaction of the
system occur substantially simultaneously. When the reso-
nant frequency is exceeded, a phase shift occurs so that exci-
tation and reaction occur substantially out of phase with one
another and the system accordingly operates supercritically.
This phase shift which ideally and at most has a value of 180°
is made use of by the present invention to achieve the desired
reduction in rotational irregularities in that the torque oscil-
lation component that is phase-shifted in this way is super-
posed with the non-phase-shifted torque oscillation compo-
nent.

Further, a second phase shifter arrangement can advanta-
geously be provided in the second torque transmission path.
This second phase shifter arrangement can also comprise a
second oscillation system with a primary side and a second-
ary side which is rotatable relative to the primary side around
the axis of rotation against the action of a spring arrangement.

To ensure that a desired reduction in rotational irregulari-
ties is achieved when working with a phase shifter arrange-
ment in the two torque transmission paths, the first oscillation
system and the second oscillation system have resonant fre-
quencies that differ from one another. In this way, a frequency
range and speed range can be defined in which one of the two
torque transmission paths operates in supercritical state,
while the other still operates in subcritical state, i.e., without
a phase shift.

In so doing, it is preferably provided that the resonant
frequency of the first oscillation system is below the resonant
frequency of the second oscillation system.

In order to further influence the damping behavior, the first
torque transmission path and/or the second torque transmis-
sion path is formed with a frictional damping arrangement
and/or a fluidic damping arrangement for rotational irregu-
larities transmitted via this torque transmission path.

Of course, the two torque transmission paths can be formed
differently, i.e., each of the two torque transmission paths can
be formed with or without one and/or the other additional
damping aspect.
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Particularly when frictional damping and fluidic damping
are to be additionally provided in one or both torque trans-
mission paths, a parallel action or serial action thereof can be
provided depending on the manner in which they are to influ-
ence damping behavior. In this case also, the two torque
transmission paths can again also be configured such that they
differ from one another.

Further, a diversification of the damping behavior can be
achieved in that the frictional damping arrangement and/or
the fluidic damping arrangement are/is arranged so as to actin
parallel or in series with the spring arrangement.

In an embodiment which is particularly advantageous
because of the compact size, the coupling arrangement com-
prises a planetary transmission arrangement.

In this respect, the construction can be carried out, for
example, in such a way that the planetary transmission
arrangement comprises a planet gear carrier which is con-
nected to the second torque transmission path and which has
a plurality of planet gears rotatably carried thereon.

This means that the torque transmitted into the second
torque transmission path is received by the planet gear carrier
and then relayed to the output region via the planet gears
rotatably carried thereon.

In order that the above-mentioned coupling of the two
torque components can also be realized in a simple manner
such that there is a destructive superposition, the planetary
transmission arrangement comprises a first ring gear arrange-
ment in meshing engagement with the planet gears which is
connected to the first torque transmission path and a second
ring gear arrangement in meshing engagement with the planet
gears which is connected to the output region.

In an alternative embodiment form which makes use of
installation space available chiefly in the radially inner
region, the planetary transmission arrangement comprises a
first sun gear arrangement in meshing engagement with the
planet gears which is connected to the first torque transmis-
sion path and a second sun gear arrangement in meshing
engagement with the planet gears which is connected to the
output region.

The behavior by which rotational irregularities can be
eliminated in the torque to be transmitted can be influenced
further in that the torque components to be introduced into or
transmitted by the two torque transmission paths are influ-
enced with respect to magnitude. For example, it can be
provided that the first ring gear arrangement or sun gear
arrangement in connection with the planet gears and the sec-
ond ring gear arrangement or sun gear arrangement in con-
nection with the planet gears provide transmission ratios
which differ from one another. Through the selection of trans-
mission ratios which are not identical to one another, it is
possible to conduct a larger torque component via the first
torque transmission path or also via the second torque trans-
mission path.

Since the planetary transmission arrangement acting as
coupling arrangement is operative only in a comparatively
small angular range permitted by the phase shifter arrange-
ment and the oscillation system thereof, it can further be
provided that at least one planet gear and/or the ring gear
arrangement and/or the sun gear arrangement are/is con-
structed in the manner of a segmented gear.

An embodiment which is particularly advantageous for
preventing imbalances can be provided in that the planet
gears are arranged so as to be substantially circumferentially
equidistant from one another. Alternatively, it is possible that
the planet gears are arranged at unequal distance from one
another circumferentially. By varying the circumferential
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spacing of the planet gears, it is possible to influence the noise
generation thereof and therefore to achieve a quieter running.

Mainly the radially inner installation space is used effi-
ciently when the coupling arrangement is arranged radially
inside the first phase shifter arrangement and/or the second
phase shifter arrangement and therefore in an at least partially
axially overlapping manner.

Alternatively, it can be provided that the coupling arrange-
ment is arranged axially adjacent to the first phase shifter
arrangement and/or the second phase shifter arrangement. In
this embodiment, it is possible to configure the coupling
arrangement so as to be comparatively large in size axially,
i.e., with larger effective radii.

A particularly efficient superposition of the oscillation
components transmitted via the two torque transmission
paths can be achieved when the second torque transmission
path has a stiffness of at least 800 Nn/°, preferably at least
1500 Nm/°. This means that the second torque transmission
path, or the structural component parts or assemblies provid-
ing this second torque transmission path, are comparatively
stiff and an elasticity leading to the phase shift is used sub-
stantially only in the first torque transmission path.

It has further been shown that the vibration damping char-
acteristic is especially advantageously pronounced when a
ratio of a mass moment of inertia of the input region to a mass
moment of inertia in the first torque transmission path is in the
range of 1 to 10 and/or when a ratio of a mass moment of
inertia in the first torque transmission path to a mass moment
of inertia in the second torque transmission path is in the
range of 2 to 20.

The present invention is further directed to a hybrid drive
module and a hydrodynamic coupling arrangement, particu-
larly a hydrodynamic torque converter, with a torsional vibra-
tion damping arrangement according to the invention.

Further, the present invention is directed to a drive system
for a vehicle comprising a drive unit and a torsional vibration
damping arrangement according to the invention, wherein the
input region thereof can be coupled to a driveshaft of the drive
unit.

In a drive system of this kind, it is advantageously ensured
that a resonance of the first oscillation system is below or near
the idling speed of the drive unit. With this resonance, i.e., the
resonant frequency of the first oscillation system converted
into a rotational speed, it is ensured that the phase difference
initiated by the occurrence of the phase shift in the region of
resonance and the resulting superposition of phase-shifted
oscillation components can be utilized practically in the
entire speed range.

It can further be provided that a resonance of the second
oscillation system is above or near the maximum speed of the
drive unit.

BRIEF DESCRIPTION OF THE DRAWINGS

The present invention will be described in detail in the
following with reference to the accompanying drawings.

FIG. 1 is a schematic diagram of a torsional vibration
damping system with two parallel torque transmission paths.

FIG. 2 is a view corresponding to FIG. 1 of an alternative
embodiment.

FIG. 3 is a view corresponding to FIG. 1 of an alternative
embodiment.

FIG. 4 is a fragmentary longitudinal sectional view of a
torsional vibration damping arrangement with two parallel
torque transmission paths.

FIG. 5 is a view corresponding to FIG. 4 of an alternative
embodiment.
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FIG. 6 is an illustration of segmented planet gears rotatably
carried on a planet gear carrier.

FIG. 7 is a view corresponding to FIG. 4 of an alternative
embodiment.

FIG. 8 is a view corresponding to FIG. 4 of an alternative
embodiment.

FIG. 9 is an axial view of a fluidic damping arrangement.

FIG. 10 is alternative embodiments of a planet gear with
associated ring gears in views a), b) and c).

FIG. 11 is a hybrid drive module with a torsional vibration
damping arrangement with two parallel torque transmission
paths.

FIG. 12 is a hydrodynamic torque converter with a tor-
sional vibration damping arrangement with two parallel
torque transmission paths.

FIG. 13 is another schematic view of a torsional vibration
damping arrangement with two parallel torque transmission
paths.

FIG. 14 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 15 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 16 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 17 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 18 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 19 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 20 s a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 21 is a view corresponding to FIG. 13 of an alternative
embodiment.

FIG. 22 is a table showing different quantities or ratios of
quantities and associated values and value ranges.

FIG. 23 is a fragmentary longitudinal sectional view of an
alternative embodiment of a torsional vibration damping
arrangement.

FIG. 24 is a schematic view of a torsional vibration damp-
ing system with a coupling arrangement constructed with sun
gear arrangements.

FIG. 25 is a fragmentary longitudinal sectional view of a
torsional vibration damping arrangement with sun gear
arrangements.

FIG. 26 is adetailed view of a planet gear which is rotatably
supported at a planet gear carrier.

FIG. 27 is a supporting ring for stabilizing the planet gears
carried at the planet gear carrier in axial view.

FIG. 28 shows the supporting ring from FIG. 27 in per-
spective view.

FIG. 29 is a fragmentary axial view of a ring gear arrange-
ment formed with ring gear segments.

FIG. 30 is a fragmentary longitudinal sectional view of a
torsional vibration damping arrangement with two parallel
torque transmission paths.

FIG. 31 is a torsional vibration damping arrangement from
FIG. 30 sectioned in a different circumferential region.

FIG. 32 shows the torsional vibration damping arrange-
ment from FIGS. 30 and 31 in a sectional exploded view.

DETAILED DESCRIPTION OF THE PREFERRED
EMBODIMENTS

FIG. 1 schematically shows a torsional vibration damping
arrangement 10 provided in the drivetrain of a vehicle. The
torsional vibration damping arrangement 10 transmits a
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6

torque between a drive unit 12 which is shown only schemati-
cally, e.g., an internal combustion engine, and a transmission
14 or the like system areas of a drivetrain.

The torque to be transmitted via the torsional vibration
damping arrangement 10 is received in an input region, des-
ignated generally by 16, to which an inertia or mass moment
of ihnertia M can be assigned. The torque conducted via the
torsional vibration damping arrangement 10 is delivered via
an output region 18, and an inertia or mass moment of inertia
M, can be assigned to the output region 18.

The torque to be transmitted is split into two torque com-
ponents between the input region 16 and the output region 18.
A first torque component is transmitted via a first torque
transmission path 20, while the second torque component is
transmitted via a second torque transmission path 22. A uni-
fication or coupling together of'the two torque components is
carried out in a coupling arrangement 24 which receives both
torque components and then sends them onward in direction
of the output region 18.

In order that the rotational irregularities which are gener-
ated, for example, in the region of the drive unit 12 and which
generally have an oscillating character are eliminated as far as
possible and not conveyed further in direction of the trans-
mission 14 or other drivetrain components, itis ensured in the
torsional vibration damping arrangement 10 according to the
invention that the oscillation components in the torque to be
transmitted undergo a phase shift relative to one another in the
two torque transmission paths 20, 22. To this end, a first phase
shifter arrangement 26 is provided in the first torque trans-
mission path 20. This first phase shifter arrangement 26 is
constructed as first oscillation system 32 in which two masses
can oscillate relative to one another against the action of a
spring arrangement. This spring arrangement has a predeter-
mined stiffness or spring constant S,. The two masses oscil-
lating relative to one another are substantially defined by a
primary side 28 and a secondary side 30 of this oscillation
system 32. The mass or mass moment of inertia of the primary
side 28 substantially corresponds to the mass inertia M of the
input region 16. The secondary side 30 has a mass inertiaor a
mass moment of inertia M, . The oscillation system 32 in the
first torque transmission path 20 has a resonant frequency that
is determined by the stiffness or spring constant S, and by the
two masses or inertias M and M ;. With vibrational excitation
at a frequency below the resonant frequency, this oscillation
system 32 operates subcritically, which means that excitation
and reaction occur substantially simultaneously, i.e., without
a mutual phase difference. When the resonant frequency is
exceeded, the oscillation system 32 passes into a supercritical
state in which excitation and reaction occur out of phase with
one another which essentially means a phase shift of a maxi-
mum of 180°. This means that oscillation components con-
tained in the torque component to be transmitted via the first
torque transmission path 20 are conveyed further in direction
of'the coupling arrangement 24 so as to be shifted in phase by
at most 180° when the excitation frequency lies above the
resonant frequency of the oscillation system 32.

The quality of the phase shift, i.e., the magnitude of the
phase difference generated, depends on different conditions,
particularly also on the friction effects occurring in the region
of the oscillation system 32, while the location of the transi-
tion is defined by the resonant frequency of the oscillation
system 32.

In order to further influence the damping behavior during
torque transmission via the first torque transmission path 20,
a frictional damping arrangement R, and a fluidic damping
arrangement F, are further provided in this first torque trans-
mission path 20. In the example shown in FIG. 1, these two
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damping arrangements R |, F, are operatively parallel to one
another and to the spring arrangement 26 of the oscillation
system 32. While the frictional damping arrangement R,
generally operates with Coulomb friction, i.e., structural
component parts which are displaceable relative to one
another under sliding friction, the fluidic damping arrange-
ment F, can be operable by means of the displacement of a
viscous medium, for example, oil or grease, during relative
rotation between the primary side 28 and the secondary side
30.

In the example of a torsional vibration damping arrange-
ment 10 shown in FIG. 1, a second phase shifter arrangement
34 is also associated with the second torque transmission path
22. This second phase shifter arrangement 34 also comprises
a second oscillation system 36 with primary side 38 and
secondary side 40 which are rotatable relative to one another
against the action of a spring arrangement which is repre-
sented in this case by a stiffness or spring constant S,. Accord-
ingly, the oscillation behavior of this oscillation system 36 is
substantially determined by the relatively oscillating masses
or mass moments of inertia M of the input region 16 and M,
of'the secondary side 40, respectively, apart from the stiffness
and spring constant S,. Further, it will also be seen that a
fluidic damping arrangement F, connected in parallel with
stiffness S, is associated with the phase shifter arrangement
34. Of course, a frictional damping arrangement could also be
provided as can be seen in association with the first torque
transmission path 20.

Through the selection of the configuration of the second
phase shifter arrangement 34, it is possible to position its
resonant frequency in such a way or tune to the resonant
frequency of the first phase shifter arrangement 26 in such a
way that the phase shift, i.e., the transition to the supercritical
state, will occur at a different frequency and, therefore, at a
different speed. In particular, as will be demonstrated in the
following referring to embodiment forms, the stiffness S, of
the second phase shifter arrangement can be selected in such
a way that the resonant frequency of the second phase shifter
arrangement 34 lies in a range which is outside the excitation
spectrum occurring in the drivetrain. This means that the
second phase shifter arrangement 34 and oscillation system
36 thereof will not pass into a supercritical state in the exci-
tation spectrum to be expected under normal driving condi-
tions. As a result, the torque components which are guided
together again in the region of the coupling arrangement 24
ideally have a phase difference of 180° with respect to the
oscillation components contained therein so that a superpo-
sition is generated for the purpose of a destructive interfer-
ence. As a result, there remain at the output region 18 only
comparatively small oscillation components which can then
be further conveyed in direction of the drivetrain.

In this connection, it must be emphasized that an oscilla-
tion system 32, 36 of the type mentioned above which is
generally constructed in the manner of a two-mass flywheel
works like a lowpass filter, i.e., substantially filters out higher-
frequency oscillation components. If one of the torque trans-
mission paths, for example, the second torque transmission
path 22, is designed without such filtering functionality, this
means that the low-frequency oscillation components can be
destructively superposed with one another at the coupling
arrangement 24, but the high-frequency oscillation compo-
nents are now transmitted via only one of the torque trans-
mission paths so that a destructive superposition is not pos-
sible. However, the low-frequency excitation components in a
drivetrain are generally those that are noticeable for the occu-
pants of the vehicle and/or lead to an excessively high load on
the drivetrain and must therefore be damped or eliminated.

10

15

20

25

30

35

40

45

50

55

60

65

8

FIG. 2 illustrates different modifications of the torsional
vibration damping arrangement 10 shown in FIG. 1. First, it
will be seen in FIG. 2 that a further oscillation system 42
provided, for example, in a clutch disk, with a stiffhess S; and
also with a fluidic damping arrangement F; can be provided
following the output region 18.

FIG. 2 also illustrates two variants for the embodiment of
the second phase shifter arrangement 34 of the second torque
transmission path 22. First, it will be seen in variant 1 that a
fluidic damping arrangement F, is provided in this case in
series with stiffness S, at the secondary side 40, and there
results between the spring arrangement, i.e., stiffness S,, and
the fluidic damping arrangement F, owing to the components
arranged therein a mass moment of inertia M,' of the second-
ary side 40 which then also substantially influences the oscil-
lation behavior. In variant 2, a frictional damping arrange-
ment R, is provided in place of the fluidic damping
arrangement arranged in series with stiffness S,.

Of course, the frictional damping arrangement R, and flu-
idic damping arrangement F, can also be connected in series
with stiffness S, in the first torque transmission path 20.

A further embodiment is shown in FIG. 3. The phase shifter
arrangements 26, 34 mentioned above with stiffnesses S, and
S, of the respective oscillation systems 32, 36 are seen in both
torque transmission paths 20, 22. Further, frictional damping
arrangements R, and R, are seen parallel to stiffnesses S, S,.

Different embodiments of schematically illustrated tor-
sional vibration damping arrangements have been described
above referring to FIGS. 1 to 3 in which, by means of dividing
the torque to be transmitted into two torque transmission
paths and generating a phase shift or phase difference in at
least one of the torque transmission paths, it is ensured that
when the torque components are guided together the oscilla-
tion components or rotational irregularities transmitted via
the torque transmission paths are superposed so as to cancel
one another out. Since the basic torque, i.e., the constant
torque to be transmitted per se, does not undergo a phase shift,
these basic torque components which are conducted via the
two torque transmission paths are superposed in the coupling
arrangement 23 so as to be added together, so that the entirety
of'the base torque which is introduced into the input region 16
and is to be transmitted, ignoring any unavoidable friction
losses, can be tapped at the output region 18 of the torsional
vibration damping arrangement 10 and can be transmitted
into the subsequent portion of the drivetrain.

Various constructional embodiments of a torsional vibra-
tion damping arrangement 10 of the kind mentioned above
will be described in the following. Components and system
areas in the following which correspond to components and
system areas described above are designated by the same
reference numerals.

In FIG. 4, the input region 16 of the torsional vibration
damping arrangement 10 is connected to a driveshaft 44, for
example, the crankshaft of an internal combustion engine,
and is also at least partially provided by it. The primary side
28 of the oscillation system 32 in the first torque transmission
path 20 comprises two cover disk elements 46, 48. Cover disk
element 46 is fixedly connected in its radially inner region to
the driveshaft 44 by screw bolts 50 and in its radially outer
region with the other cover disk element 48 defines a receiv-
ing chamber for the damper spring arrangement 52 providing
stiffness S,. As is also conventional, for example, in two-mass
flywheels or other torsional vibration dampers, this damper
spring arrangement 52 can comprise a plurality of helical
compression springs arranged successively in circumferen-
tial direction or nested one inside the other.
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The secondary side 30 of the first oscillation system 32
comprises a central disk element 54 which engages between
the two cover disk elements 46, 48 and which, like the cover
disk elements 46, 48, provides circumferential supporting
regions for the spring arrangement 52 in its radially outer
region. In its region located radially inside the cover disk
element 48, the central disk element 54 is fixedly connected,
e.g., riveted, to a mass part 56. Radially inside this riveted
region, the central disk element 54 is axially supported at a
thrust washer and plain bearing ring 58. The latter is held
axially and radially at an angled supporting element 60 which
is fixed together with the cover disk element 46 at the drive-
shaft 44 by screw bolts 50.

A pre-loading element 62, for example, a disk spring,
which is supported at the cover disk element 48 and at the
central disk element 54 presses the central disk element 54
into contact with the thrust washer 58. The volume region
surrounded by the two cover disk elements 46, 48 is enclosed
s0 as to be substantially fluid tight by the pre-loading element
62 on the one hand and the thrust washer 58 on the other hand
and can accordingly be filled with a viscous medium. This
viscous medium is displaced during circumferential relative
movement between the primary side 28 and the secondary
side 30 so that the fluidic damping arrangement F, to be
provided in the first torque transmission path 20 can be real-
ized in this way. At the same time, a Coulomb friction, i.e., the
frictional damping arrangement R | which is operative during
relative rotation between the primary side 28 and the second-
ary side 30, can be provided by the frictional contact between,
e.g., the pre-loading element 62 or the thrust washer 58 and
the central disk element 54.

Both the frictional damping arrangement R | and the fluidic
damping arrangement F, can be provided by other assemblies
or additional assemblies which act in a damping manner
during relative rotation between the primary side 28 and the
secondary side 30.

The second torque transmission path 22 substantially com-
prises a planet gear carrier 64 of a planetary transmission
arrangement, designated generally by 66. The function of this
planet gear carrier 64 will be described in the following. This
planetary transmission arrangement 66 in turn substantially
also provides the coupling arrangement 24 in which the
torque components conducted via the two torque transmis-
sion paths 20, 22 are guided together again.

Radially inwardly, the planet gear carrier 64 is constructed
with a cylindrical portion 68. This cylindrical portion 68 is
connected centrally to the driveshaft 44 by a screw bolt 70 and
is accordingly connected therewith for common rotation
around the axis of rotation A. It will be seen that this connec-
tion is substantially carried out in this case by clamping, i.e.,
by generating a clamping force and, therefore, a frictional
clamping effect. As is the case with the fastening of the cover
disk element 46, it is also possible here to realize a positive
connection by means of a configuration that is not rotationally
symmetrical and to use the screw connection substantially
only for producing axial integrity.

A planet gear carrier portion 72 which is disk-shaped or
arm-shaped, for example, adjoins the outer circumference of
the cylindrical portion 68. Planet gears 74 are rotatably car-
ried at this planet gear carrier portion 72 at a plurality of
circumferential positions by support pins 76 and bearing
bushings 78. The planet gears 74 are substantially freely
rotatable with respect to the planet gear carrier 64.

In their radially outer region, the planet gears 74 are in
meshing engagement with a drive-side ring gear 80 which is
provided by the mass part 56 of the secondary side 30 of
oscillation system 32. A driven-side ring gear 82 lies axially
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opposed to the drive-side ring gear 80 and, for example,
together in connection with an annular friction surface ele-
ment 84 for a frictional coupling, substantially provides the
output region 18 of the torsional vibration damping arrange-
ment 10.

Like the secondary side 30 of the first oscillation system
32, the driven-side ring gear 82 can be rotatably supported in
its radially inner region by a bearing 86 and 88, respectively,
at the outer circumference of the cylindrical portion 68 of the
planet gear carrier 64 and can therefore be centered with
respect to the axis of rotation A. In view of the fact that the
driven-side ring gear 82 is generally rotatable around the axis
of rotation A relative to the drive-side ring gear 80, a seal
element 89 can be provided at one of these structural compo-
nent parts, at the drive-side ring gear 80 in the present
instance, in a region radially outside of the teeth formed at
these two ring gears 80, 82 so that the volume region receiving
the planet gears 74 is enclosed radially outwardly in a fluid-
tight manner. In its radially inner region, this volume region is
closed in a fluid-tight manner by the two bearings 86, 88
which are constructed, for example, as plain bearing rings and
by closure caps 90 which also close through-holes in the
central disk element 54. This volume region can also be filled
with viscous medium so that a lubricating effect can be
achieved for the planet gears 74 on the one hand and a fluidic
damping assistance can be achieved during rotation of the
planet gears 74 around their axis of rotation parallel to axis of
rotation A on the other hand. In a rotating condition, the
viscous medium, i.e., oil or grease, used for achieving the
lubricating effect is displaced by centrifugal force radially
outward, i.e., into that region in which the planet gears 74 in
meshing engagement with the two ring gears 80, 82 are sub-
jectto comparatively heavy wear. Therefore, a comparatively
small amount of viscous medium suffices to achieve this
effect. It is not necessary to fill the entire enclosed volume
region.

It will be seen in FIG. 4 that the second torque transmission
path 22 is substantially stiff, i.e., is configured at least in a first
approximation with infinitely high stiffness S,. Accordingly,
the oscillation components of the torque which are transmit-
ted into this second torque transmission path 22 are transmit-
ted substantially without phase difference or phase shift and
also substantially without a damping effect being produced.
However, the first phase shifter arrangement 26 with the first
oscillation system 32 thereof is provided in the first torque
transmission path 20, and the construction of the first oscil-
lation system 32 is substantially identical to a conventional
torsional vibration damper or two-mass flywheel. Through
selection of the mass ratios at the primary side 28 and at the
secondary side 30 on the one hand and of the spring constant
of the spring arrangement 32 on the other hand, it is possible
to predefine the position of the resonant frequency or reso-
nance of this first oscillation system 32 in such a way that, for
example, it lies below the idling speed of a drive unit provided
for a drive system or is at least close to this idling speed. This
means that in the normal operating range the first oscillation
system 32 will operate in the supercritical state, which means
that the oscillation components of the torque component
transmitted via the first torque transmission path 20 which are
transmitted onward to the secondary side 30 are transmitted
with a phase shift of a maximum of 180° relative to the
exciting oscillation components and the oscillation compo-
nents transmitted via the second torque transmission path 22.

Let it be assumed for the time being that no oscillation
components are present, that is, a constant torque is intro-
duced at the input region 16 and delivered at the output region
18. This means that the planet gear carrier 68 and the primary
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side 28 and the secondary side 30 and, therefore, the drive-
side ring gear 82 rotate around the axis of rotation A at the
same speed. As a result, the planet gears 24 do not rotate
around their own axes of rotation. This in turn causes the
driven-side ring gear 82 also to be rotated at the same speed as
the planet gear carrier 72.

If there now occurs a spontaneous torque increase in the
driveshaft 44 so as to give rise to vibrational excitation, this
results in a corresponding rotational acceleration in the sec-
ond torque transmission path 22, particularly of the planet
gear carrier 72. Owing to the interaction of the planet gears 74
with the driven-side ring gear 82 of the planetary transmission
arrangement 66, this causes a correspondingly increasing
torque or a correspondingly increasing speed to be transmit-
ted to the output region 18.

However, as a result of the spontaneous increase in torque
and speed, a relative rotation between the primary side 28 and
the secondary side 30 occurs in the first torque transmission
path 20 by compression of the spring arrangement 52. This
relative rotation causes the secondary side 30 to rotate tem-
porarily at a somewhat lower speed than the primary side 28
and accordingly also at a lower speed than the planet gear
carrier 72. As a result of this reduced speed, the planet gears
74 which are now driven by a speed difference between the
secondary side 30 and the planet gear carrier 72 rotate around
their own axes of rotation and, in so doing, also drive the
driven-side ring gear 82. As a result, the driven-side ring gear
82 cannot follow the increasing speed of the planet gear
carrier 72 because the rotation of the planet gears 74 caused
by the secondary side 30 triggers a movement of the driven-
side ring gear 82 in the opposite direction.

To this end, in that location where the two torque compo-
nents are guided together, that is, where the planet gears 74
are in meshing engagement with the two ring gears 80, 82,
oscillation components which are guided via the two torque
transmission paths 20, 22 are superposed with one another so
as to destructively interfere. In the ideal case which can only
be achieved in theory, these superposed oscillation compo-
nents are completely eliminated. Since, in practice, friction
effects cannot be completely eliminated in the region of the
first oscillation system 32, but primarily also because higher-
frequency oscillation components may be desirable for
damping, the phase shift occurring in the transition to the
supercritical operating state will not be exactly 180° but
rather will be somewhat smaller depending on the magnitude
of the occurring friction effects.

A modified embodiment of a torsional vibration damping
arrangement 10 is shown in FIG. 5. The following discussion
will be limited to the changes made to the embodiment from
FIG. 4.

In the torsional vibration damping arrangement 10 in FIG.
5, the planet gears 74 of the planetary transmission arrange-
ment 66 are not constructed as fully circumferential gear
wheels but as gear wheel segments. They are shown in mesh-
ing engagement with the driven-side ring gear 82 in FIG. 6.
Since the drive-side ring gear 80 and the driven-side ring gear
82 will only carry out comparatively slight relative rotations
with respect to the planet gear carrier 72 and, therefore, the
planet gears 74 will also only rotate around their own axes of
rotation in a certain angular range, the segmented configura-
tion is sufficient and contributes to a reduction in the mass or
mass moment of inertia.

It will further be seen in FIG. 5 that the planet gear carrier
64 with its cylindrical portion 68 and its radially outwardly
extending planet gear carrier portion 72 rotatably carrying the
planet gears 74 is formed of two parts. These two parts can be
connected to one another by welding. The connection of the
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cylindrical portion 68 to the driveshaft 44 is carried out by
means of the angular supporting element 60 which carries the
thrust washer 58 in its radially outer region and which is
connected to the cylindrical portion 68 of the planet gear
carrier 64 in its radially inner region by welding. Accordingly,
there is no need for a central screw fastening.

It will further be seen that the planet gear carrier 64 has
through-holes 92 in its planet gear carrier portion 72. These
through-holes 92 are positioned radially at the location where
the screw bolts 50 must be inserted for fixing to the driveshaft
44. In a corresponding manner, the central disk element 50
also has through-holes 94 in its radially inner region and the
driven-side ring gear 82 has through-holes 96 in its radially
inner region. The through-holes 94 are closed by closing caps
90. In a corresponding manner, through-holes 96 are closed
by closing caps 98 so that the volume region containing the
planet gears 74 is again enclosed so as to be substantially
fluid-tight.

Also in this embodiment, the second torque transmission
path 22 is formed with very high stiffness, i.e., substantially
without elasticity, compared to the first torque transmission
path 20. Of course, the various structural component parts
serving to transmit torque, particularly the planet gear carrier
64, undergo inevitable deformation or twisting in the pres-
ence of torque and accordingly, even with the comparatively
stiff configuration, have a certain elasticity which, however,
leads to a natural frequency appreciably above the relevant
frequency range, i.e., outside of the speed range occurring in
normal driving operation.

A further modification is shown in FIG. 7. In this torsional
vibration damping arrangement 10, the first oscillation sys-
tem 32 in the first torque transmission path is formed of two
stages. Here, the spring arrangement 52 comprises two spring
sets 100, 102 which are radially staggered relative to one
another. Spring set 100 receives a drive torque from the two
cover disk elements 46, 48 and relays this drive torque to the
central disk element 54. The central disk element 54 forms the
input of the radially inner second damper stage. Further cover
disk elements 104, 106 lic on both sides of the radially inner
region of the central disk element 54. These further cover disk
elements 104, 106 relay the torque received in the spring set
104 via the central disk element 54 to the drive-side ring gear
80 to which they are fixedly connected by rivet bolts 108.

The planet gear carrier 64 is constructed of multiple parts,
and the cylindrical portion 68 thereof is centrally connected
by screw bolts 70 to the driveshaft 44 so as to be fixed with
respect to rotation relative to it. The radially inner region of
the mass part 56, which also acts as drive-side ring gear 80, is
supported on this cylindrical portion 68 by bearing 86.

The planet gear carrier portion 72 is formed separate from
the cylindrical portion 68 and is coupled therewith by a fluidic
damping arrangement F, which will be described in the fol-
lowing referring to FIG. 9.

It will be seen that the planet gear carrier portion 72
together with an annular disk-shaped cover element 110
forms a receiving chamber 112 for a plurality of displacement
elements or shear keys disposed successively in circumferen-
tial direction. This receiving chamber 112 is bounded radially
inwardly by an annular projection 114 at the cylindrical por-
tion 68 of the planet gear carrier 64. Radially outwardly
projecting driving portions 118 associated with the shear keys
116 are formed at this annular projection 114 so as to compel
a corresponding driving of the shear keys 116 during circum-
ferential movement of the cylindrical portion 68. As is shown
in FIG. 7, these shear keys 116 contact the planet gear carrier
portion 72 or cover element 110 by their two axial end faces
and can be clamped between these two structural component
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parts, for example, by generating a frictional connection. The
spatial region 112 is further filled with a viscous medium, for
example, oil or grease.

When a torque is transmitted, the shear keys 116 are acted
upon in circumferential direction by the cylindrical portion
68. Through their interaction with the planet gear carrier
portion 72 and the cover element 110 and with elastic con-
figuration thereof they undergo a shear deformation and/or
move in a sliding-frictional manner relative to these two
structural component parts and accordingly generate a fric-
tion force so that the functionality of the frictional damping
arrangement R, can also be fulfilled. Since this deformation
movement or circumferential movement is carried out
accompanied by displacement of the viscous medium con-
tained in the receiving chamber 112, a fluidic damping action
is also ensured in addition.

In the embodiment shown in FIG. 8, a stiffness S, is addi-
tionally provided in the second torque transmission path 22
for forming a second oscillation system 36 with an apprecia-
bly lower resonant frequency. To this end, a spring arrange-
ment 118, for example, with a plurality of springs disposed
successively in circumferential direction, is arranged
between the annular projection 114 of the cylindrical portion
68 and the radially inner region of the planet gear carrier
portion 72 of the planet gear carrier 64. Acting in parallel with
this are damping arrangements R, and F, which have already
been described with reference to FIG. 9.

The resonant frequency or resonance of this second oscil-
lation system 36 in the second torque transmission path 22 is
tuned to the resonant frequency or resonance of the first
oscillation system 32 in the first torque transmission path 20
in such a way that, with increasing speed and therefore also
increasing excitation frequency and increasing frequency of
the oscillation components contained in the torque, the oscil-
lation system 32 first passes into the supercritical state, while
oscillation system 36 still remains in the subcritical state.
Accordingly, the phase shift described above will initially
occur only in the first oscillation system 32, for example,
already before reaching the idling speed or in the range of the
idling speed. As the speed continues to increase, the above-
mentioned superposition of the out-of-phase torque compo-
nents takes place until the second oscillation system 36 also
passes into its supercritical state, for example, in the range of
the maximum attainable speed of the drive system, and the
phase shift therefore also occurs in the second torque trans-
mission path 22. As was already mentioned, the phase shift
amounts to a maximum of 180°. However, its actual value
depends on the occurring friction effects. By adjusting the
frictionally and fluidically damping arrangements in the two
torque transmission paths, the magnitude of the relative phase
shift between the two torque transmission paths 20, 22 can
accordingly be adjusted so that a superposition contributing
to reduced oscillations can also be achieved in a condition in
which both torque transmission paths 20, 22 and the oscilla-
tion systems 32, 36 arranged therein operate in the supercriti-
cal state.

It will further be seen in FIG. 8 that a flexplate, generally an
axially elastic plate 120, is provided in the first torque trans-
mission path 20. The primary side 28, i.e., the cover disk
element 46 thereof, is connected by screw bolts 50 to the
driveshaft 44 by means of this axially elastic plate 120. An
axial decoupling of the first torque transmission path 20 from
the driveshaft 44 with respect to vibrations is achieved in this
way. In order also to achieve this in the second torque trans-
mission path 22, for example, the planet gear carrier 64 which

10

15

20

25

30

35

40

45

50

55

60

65

14

is constructed of multiple parts in any case could be axially
elastic, for example, in the region of its planet gear carrier
portion 72.

FIG. 10 shows specific embodiments of the planet gears 74
in views a), b) and ¢). Whereas in the embodiments described
above these planet gears 74 are formed with an individual
toothed region 123 (see also FIG. 10¢) which cooperates with
the drive-side ring gear 80 and with the driven-side ring gear
82 on the same radial level with respect to the axes of rotation
of the planet gears 74, a stepped planet gear 74 is shown in
FIG. 10a). This stepped planet gear 74 has a first toothed
region 122 for cooperating with the drive-side ring gear 80
and a second toothed region 124 located farther radially
inside for cooperating with the driven-side ring gear 82. In
this case, a transmission ratio of i>1 is provided for the two
toothed portions 122, 124 and accordingly also for the inter-
action with the two ring gears 80, 82. The torque components
of'the total torque to be transmitted which are transmitted via
the two torque transmission paths 20, 22 can be adjusted in
this way. In the embodiment example shown in FIG. 10a), the
transmission ratio of i>1 makes it possible to transmit a pro-
portion of the torque via each of the two torque transmission
paths 20, 22 and to guide these two portions together again in
the coupling arrangement 24. In the case shown in FIG. 105),
the transmission ratio i of the coupling arrangement 24 is less
than 1. As aresult, a torque reduction or reversal of the torque
flow takes place in the second torque transmission path 22
accompanied by a strengthening of the torque transmitted to
the first torque transmission path 20. The torque component
conducted via the first torque transmission path 20 in this case
is therefore strengthened relative to the introduced torque and
is superposed in the coupling arrangement 24 with the torque
transmitted in reverse direction in the second torque trans-
mission path 22. A destructive superposition of oscillation
components in the two torque transmission paths 20, 22 is
also achieved in this way.

In the case where i=1, a division of the torque to be trans-
mitted via the two torque transmission paths 20, 22 would not
actually take place and, because of this, a damping function-
ality initiated by the superposition of phase-shifted oscilla-
tion components can also not be achieved. In fact, in a con-
figuration of this kind, the torque transmitted via the second
torque transmission path would equal zero. In order never-
theless to achieve a transmission ratio differing from 1 but
still close to 1 inthe embodiment shown in FIG. 10¢) in which
the planet gears 74 are configured as standard spur gears, i.e.,
with an outer circumferential toothing 123 lying on the same
radial level for the two ring gears 80, 82, the two ring gears 80,
82 can be constructed with profile displacements differing
from one another. This simplifies construction in general,
particularly in the region of the planet gears 74, but allows a
transmission ratio other than 1 to be provided and therefore
permits the transmission of a part of the torque via the second
torque transmission path.

FIG. 11 shows the use of a torsional vibration damping
arrangement 10 constructed according to the invention in a
hybrid drive module 126. The input region 16 of the torsional
vibration damping arrangement 10 is to be connected to a
driveshaft, for example, the crankshaft of an internal combus-
tion engine, via a coupling plate 128 and a flexplate or the like,
not shown in FIG. 11, to be connected to this coupling plate
128. The output region 18, in this case substantially provided
by the driven-side ring gear 82, is fixedly connected to the
housing 130 of a wet multi-disk clutch 132 by screwing. A
driven element 134 of the wet multi-disk clutch is to be
coupled with a driven shaft, not shown, for example, a trans-
mission input shaft, so as to be fixed with respect to rotation
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relative to it. Further, the rotor 136 of an electric machine 138
is coupled to the driven element 134 for common rotation. A
stator arrangement 140 of the electric machine 138 is carried,
for example, by a carrier element 142 which provides a bear-
ing support of the housing 130 of the wet multi-disk clutch
132.

The torsional vibration damping arrangement 10 shown in
FIG. 11 corresponds to the embodiment shown in FIG. 4 with
respectto its basic construction. Of course, the other torsional
vibration damping arrangements which have been described
above and also those which have been modified in various
areas could also be used in this case. Also the hybrid drive
module 126 could also be constructed differently than shown
in FIG. 11 as regards the construction of the wet multi-disk
clutch 132 and electric machine 138.

FIG. 12 shows the integration of a torsional vibration
damping arrangement 10 according to the invention in a
hydrodynamic torque converter 144. The latter has a con-
verter housing 146 which is filled or fellable with fluid and,
supported at an inner side thereof, a plurality of impeller
blades 148 for providing an impeller 150. A turbine 152 with
turbine blades 154 axially opposed to the impeller blades 148
is arranged in the converter housing 146. The turbine 152 is to
be coupled with a driven shaft, not shown, for example, a
transmission input shaft, by a turbine hub 156. A stator, des-
ignated generally by 158, is arranged between the turbine 152
and the impeller 150 and is carried on a hollow supporting
shaft, not shown, via a freewheel arrangement so as to be
rotatable in a direction around the axis of rotation A.

A lockup clutch 160 comprises a clutch piston 162 which
can be brought into and out of frictional engagement with the
converter housing 146 depending on pressure conditions in
the interior of this converter housing 146. The clutch piston
162 substantially also forms the input region 16 of the tor-
sional vibration damping arrangement 10. The planet gear
carrier 64 is coupled in its radially outer region with the clutch
piston 162 for common rotation around the axis of rotation A;
however, the clutch piston 162 is movable axially relative to
the planet gear carrier 64 to allow engagement and disengage-
ment. In its radially inner region, the planet gear carrier 64
carries the planet gears 74. In their radially outer region, these
planet gears 74 are in meshing engagement with the drive-
side ring gear 80 and in the driven-side ring gear 82 which is
in turn connected, e.g., screwed, in its radially inner region to
the turbine hub 156 so as to be fixed with respect to rotation
relative to it.

In this embodiment, the first torque transmission path 20
also again comprises the first oscillation system 32 with the
spring arrangement 52, a primary side 28 comprising the two
cover disks 46, 48, and a secondary side 30 comprising the
central disk element 54. The central disk element 54 is rotat-
ably bearing-supported in its radially inner region on the
turbine hub 156 and is fixedly connected, e.g., riveted, in its
radially outer region to the drive-side ring gear 80. A pre-
loading element 62 acting between the cover disk element 48
and the central disk element 54 presses the central disk ele-
ment 54 axially against the radially inner region of the cover
disk element 46 so that a frictional damping arrangement R,
is provided in this case.

Given the fact that the converter housing 146 is generally
completely filled with oil, the primary side 28 and secondary
side 30 of the oscillation system 32 move relative to one
another in a viscous medium, namely, the oil, when rotational
irregularities occur so that the fluidic damping arrangement
F, is also realized in this way.

As a result of the branching into the first torque transmis-
sion path 20 and second torque transmission path 22, itcan be
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brought about that in the engaged state of the lockup clutch
160 rotational irregularities generated particularly by the
internal combustion engine are not transmitted via the hydro-
dynamic torque converter 144 and therefore relayed into the
further drivetrain or, if so, only in a damped manner.

Possible embodiments of a torsional vibration damping
arrangement 10 constructed according to the invention will be
described in the following referring to various schematic
views.

FIG. 13 basically shows a construction such as that
described above referring to FIG. 1. A stiftness S, and S,,
respectively, and connected in parallel thereto a frictional
damping arrangement R,, R, and a fluidic damping arrange-
ment F,, F,, respectively, is provided in each torque transmis-
sion path 20, 22. The two stiffnesses S; and S, and the oscil-
lation systems formed therewith have natural frequencies
which differ from one another for providing the phase differ-
ence.

FIG. 14 shows an embodiment in which the planet gears 74
of the planetary transmission arrangement 64 acting as cou-
pling arrangement 24 cooperate radially outwardly not with
ring gears 80, 82 but with drive-side spur gears 164 and
driven-side spur gears 166 which are arranged so as to be
distributed over the circumference. They are held at the sec-
ondary side 30 of the first oscillation system 32 on one hand
and at the output region 18 on the other hand so as to be fixed
with respect to relative rotation and accordingly cooperate
with the two planet gears 74 for torque transmission and
support.

In the embodiment shown in FIG. 15, the spur gears pro-
vided at the secondary side 30 of the first oscillation system
32 and at the output region 18 of the torsional vibration
damping arrangement 10, respectively, are arranged at the
radial inner side of the planet gears 74.

FIG. 16 illustrates a construction similar to that in FIG. 7.
The spring arrangement 52 of stifftness S, of the phase shifter
arrangement 26 in this case comprises two spring sets 102
acting in series and a frictional damping arrangement R,
parallel thereto. A fluidic damping arrangement F, acts par-
allel to the entire spring arrangement 52 and stiffness S;. An
intermediate mass Z is formed between the two spring sets
100, 102 particularly by means of the structural component
parts coupling the latter for torque transmission. The second
torque transmission path 22 comprises in series to stiffness S,
a fluidic damping arrangement F, . Further, the third stiffness
S, arranged, for example, in the region of a clutch disk has a
frictional damping arrangement R; in paralle] to it.

In the modification shown in FIG. 17 which is based gen-
erally on the construction shown in FIG. 16, a frictional
damping arrangement R, and a fluidic damping arrangement
F, are provided in the second torque transmission path 22
parallel to stiftness S,.

FIG. 18 illustrates the integration of a torsional vibration
damping arrangement 10 with the two torque transmission
paths 20, 22 in a hybrid drive module 126. In the first torque
transmission path 20, the first stiffness S| again comprises the
two spring sets 100, 102 of the spring arrangement 52 which
act in series and a frictional damping arrangement R, parallel
thereto. In the second torque transmission path, a frictional
damping arrangement R, acts parallel to stiffness S,. A clutch
shown schematically, for example, in the form of the wet
multi-disk clutch 132, implements a decoupling/coupling of a
drive unit, for example, an internal combustion engine, and
therefore also the torsional vibration damping arrangement
10 from/to the subsequent part of the drivetrain and therefore
particularly also the electric machine 138. Following the elec-
tric machine 138, the torque flow can be interrupted by a
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further clutch 170 acting as starting element, for example, to
carry out shifting processes in the transmission 14.

FIG. 19 schematically illustrates the integration of the tor-
sional vibration damping arrangement 10 in a hydrodynamic
torque converter 144. The dividing of the torque transmission
into the two torque transmission paths 20 and 22 following
the lockup clutch 160 is clearly shown. The first phase shifter
26 with its first stiffness S, and oscillation system 32, respec-
tively, is arranged in torque transmission path 20. The planet
gear carrier 64 with its planet gears 74 rotatably carried
thereon is situated in the second torque transmission path 20.
These planet gears 74 are in meshing engagement with the
drive-side ring gear 80 connected to the secondary side 30 of
the oscillation system 32 and the driven-side ring gear 82
connected to the turbine hub 156. As in the construction
shown in FIG. 12, the torsional vibration damping arrange-
ment 10 is also basically only operative in this case when the
lockup clutch 160 is in an engaged state.

In the construction shown in FIG. 20, in addition to oscil-
lation system 32 in the first torque transmission path 20 and in
the torque flow following the coupling arrangement 24, a
third oscillation system 42 is operative in the output region 18
with a third stiffness S; and, parallel thereto, a frictional
damping arrangement R;. Between the two oscillation sys-
tems 32, 42, the turbine 152 forms an intermediate mass Z
which has advantageous results for vibration damping in the
engaged state of the lockup clutch 160. Further, the third
oscillation system 42 is also operative when lockup clutch
160 is disengaged, i.e., when torque is transmitted from the
impeller 150 via the turbine 152 to the turbine hub 156.

FIG. 21 shows a torsional vibration damping arrangement
10 in which the oscillation system 32 provided in the first
torque transmission path 20 comprises a total of three stiff-
nesses S;. Two of these stiffnesses S, are connected in series
with one another. A third stiffness S, is connected in parallel
to the first of the two stiffnesses S, that are connected in
series. A frictional damping arrangement R, is connected in
parallel to each of the three stiffnesses S,. Further, a fluidic
damping arrangement F, acts in the oscillation system 32
parallel to stiffnesses S;. An oscillation system 36 with a
stiffness S, and with a frictional damping arrangement R, and
fluidic damping arrangement F, parallel thereto is provided in
the second torque transmission path 22.

It should be emphasized once again with reference to FIG.
21 that each of the stiffnesses S; and S, and the stiffness S;
integrated in a clutch disk of a friction coupling can comprise
spring arrangements with a plurality of springs, particularly
helical compression springs, in series and/or nested one
inside the other.

FIG. 22 shows a table containing various quantities or
ratios thereof such as can be provided in a torsional vibration
damping arrangement 10 according to the invention. Each of
the values or each ratio indicated in Table 1 can be realized
with the respectively assigned numerical value or range of
numerical values individually or in combination with any
other value or values in any of the torsional vibration damping
arrangements described above.

In explanation of Table 1 “min” designates a minimum
value and “max” designates a maximum value for a particular
quantity, for example, the mass moment of inertia My
assigned to the input region. The optimum value for this mass
moment of inertia M, of the input region lies, for example,
between 0.05kgm?® and 2 kgm? as can be seen from lines 1 and
2 of Table 1.

Further, it has been shown that the ratio d of the mass
moment of inertia M of input region 16 and of the primary
side 28, respectively, to the mass moment of inertia M, i.e.,
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the secondary-side mass moment of inertia, in the first torque
transmission path 20, should advantageously lie in a range
from 1 to 10. A ratio e of the secondary-side mass moment of
inertia M, of the first torque transmission path to a mass
moment of inertia M, in the second torque transmission path,
possibly also in this case the secondary-side mass moment of
inertia or total mass moment of inertia when there is no
elasticity present, should advantageously lie in the range
between 2 and 20.

It has further been shown that stiffness S, in the second
torque transmission path 22 should advantageously be above
800 Nm/°, most preferably above 1500 Nm/°. This leads to a
very stiff second torque transmission path 22 which substan-
tially does not permit torsional vibrations so that natural
oscillations of this torque transmission path are substantially
prevented in the occurring frequency range and excitation
range. Accordingly a phase difference induced by vibrational
excitation occurs substantially only in the first torque trans-
mission path. It should be emphasized once again that, of
course, the oscillation behavior of the second torque trans-
mission path 22 can also be influenced by providing a fric-
tional damping arrangement or fluidic damping arrangement
and can accordingly be maintained in an optimum range in
conformity with the oscillation behavior of the first torque
transmission path.

With respect to the different stiffnesses or spring stiff-
nesses in the two torque transmission paths 20, 22, it should
be stated that the stiffness or total stiffness in the first torque
transmission path 20 which can be regarded as the main
branch of torque transmission is preferably selected in such a
way that a low tuning is achieved. This means that the natural
frequency of the oscillation system in the first torque trans-
mission path 20 lies in a speed range below the operating
speed range occurring in normal operation, which is generally
between idling speed and a maximum speed that can be
supplied by a drive unit. The stiffnesses can be configured in
one or more stages and, for example, permit a maximum twist
angle of about 80° between the primary side and secondary
side.

The stiffness in the second torque transmission path 22,
which can be regarded as the superposition branch, is prefer-
ably selected in such a way that a high tuning is achieved. This
means that the natural frequency of the oscillation system in
the second torque transmission path should be above the
operating speed range. This means that in normal operation a
transition of the oscillation system in the second torque trans-
mission path 22 into a supercritical state does not occur.

The fluidic damping or viscous damping in the first torque
transmission path 20, i.e., in the main branch of torque trans-
mission, is preferably selected as a function of different fur-
ther operating variables or parameters, and it can be provided
that the natural frequency or resonant frequency that can be
attained in the first torque transmission path lies below idling
speed, and the reduction of rotational irregularities is favor-
ably influenced in this way.

In the second torque transmission path 22, i.e., the super-
position branch, the fluidic damping can likewise be adjusted
as a function of further operating variables or parameters,
preferably in such a way that the natural frequency in this case
lies above the maximum attainable speed, i.e., outside the
operating speed range, and accordingly can likewise advan-
tageously influence the reduction of rotational irregularities.

With respect to the frictional damping, the friction coeffi-
cient in the first torque transmission path 20, i.e., in the main
branch, can be selected, for example, by means of various
structural measures, in such a way that it lies as close as
possible to the optimum value of O Nm. Particularly low-
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friction connections or couplings of the various interacting
elements can be selected for this purpose. In particular, the
friction, which can never be completely eliminated for rea-
sons inherent to the system, can be reduced as far as possible
through the selection of very low-friction or friction-reducing
materials. The lower the friction in the first torque transmis-
sion path 20, the closer the phase shift that can be achieved
when transitioning into the supercritical state moves toward
the maximum value of 180°.

With regard to the coupling arrangement which can be
constructed, as shown above, with two ring gears, namely a
first ring gear in the first torque transmission path 20 and a
second ring gear at the output, and planet gears in the second
torque transmission path 22, the distribution or quantity of the
torque to be conducted via the first torque transmission path
20 is influenced by adjusting the transmission ratio, for
example, in a range between 0.5 and 2. It has been shown in
this respect that an optimal value of the transmission ratio or
distribution ratio can be between 0.7 and 1.3.

FIG. 23 shows another alternative embodiment of a tor-
sional vibration damping arrangement 10 which corresponds
to that shown in FIG. 4 as regards basic construction. How-
ever, whereas in the embodiment shown in FIG. 4 the phase
shifter arrangement 26 provided in the first torque transmis-
sion path 20 and the coupling arrangement 24 comprising the
planetary transmission arrangement 66 are arranged axially
successively, i.e., next to one another, and the planet gears 74
extend radially outward up to the region of the damper springs
52, the coupling arrangement 24 in the embodiment shown in
FIG. 23, ie., substantially the planetary transmission
arrangement 66 with its planet gears 74 and the two ring gears
80, 82, lies radially inside the phase shifter arrangement 26
and substantially completely overlaps the latter axially.
Accordingly, a very axially compact construction with effi-
cient use of the radially inner installation space is achieved in
this case.

It will be seen in FIG. 23 that the disk-like planet gear
carrier 64 together with the cover disk element 46 of the first
torque transmission path 20 is fixed to a driveshaft or the like
by screw bolts 50. In order to obtain access to these screw
bolts, a plurality of through-holes which are closed by closure
caps 90 are provided radially inwardly in the annular friction
surface element 84 which also acts as flywheel mass. The
friction surface element 84 is fixedly connected, e.g., riveted,
to the ring gear 82 and is rotatably supported radially
inwardly by means of a bearing 88 on an axially extending
projection of the cover disk element 46 and is also axially
supported thereon. In its radially outer region, the driven-side
ring gear 82 is rotatably supported by means of a further
bearing 200 with respect to the drive-side ring gear 80 which
axially overlaps the driven-side ring gear 82. A supplemen-
tary mass 202 which increases the secondary-side mass of the
phase shifter arrangement 26 can be fixed, e.g., riveted, to a
radially outwardly extending portion of the drive-side ring
gear 80.

The central disk element 54 of the phase shifter arrange-
ment 26 is arranged on an outer circumferential area of the
drive-side ring gear 80 and connected thereto so as to be fixed
with respect to rotation relative to it. This can be carried out by
means of an interference fit, a positive connection (spline
teeth or the like) or frictional connection. It is also possible to
connect the central disk element 54 to the drive-side ring gear
80 by welding.

In a region radially outside of the bearing 200, the drive-
side ring gear 80 is closed so as to be fluid-tight with respect
to the cover disk element 48 by a seal element 204 so that a

10

15

20

25

30

35

40

45

50

55

60

65

20

tight closure can be achieved for the volume region receiving
the damper springs 52 of the oscillation system 32.

In this volume region, a (low-viscosity or high-viscosity)
fluid, a friction lubricant or another viscous medium can be
provided so that the functionality of a fluidic damping can
also be achieved simultaneously during relative rotation of
the primary side 28 with respect to the secondary side 30.

The bearings used in the different areas can, of course, also
be constructed as plain bearings or as rolling element bear-
ings. When constructed as rolling element bearings, they can
preferably be enclosed so that a fluid-tight closure can also be
achieved simultaneously at those locations where respective
bearing points are formed, i.e., for example, also in the region
of' bearings 88 and 200.

FIG. 24 shows an embodiment of a torsional vibration
damping arrangement 10 in which respective phase shifter
arrangements 26, 34 with oscillation systems 32, 36 are again
provided, for example, in the two torque transmission paths
20 and 22. Of course, a phase shifter arrangement 26 could
also be provided only in the first torque transmission path 20,
while the second torque transmission path 22 can be config-
ured so as to be comparatively stiff.

The planet gear carrier 64 with the planet gears 74 disposed
thereon so as to be distributed in circumferential direction, in
this case with teeth 122, 124 having different diameters, is
provided in the second torque transmission path 22. In this
embodiment, the coupling arrangement 24 and planetary
transmission arrangement 66 have sun gears 80' and 82' coop-
erating with the planet gears 74. A drive-side sun gear 80'
coupled to the secondary side 30 of the oscillation system 32
is in meshing engagement with teeth 122, while a driven-side
sun gear 82' which is coupled, for example, to a friction
surface element 84 of a friction coupling or to the output
region 18 is in meshing engagement with teeth 124 of planet
gears 74.

Providing a planetary transmission arrangement 66 with a
drive-side sun gear 80' and a driven-side sun gear 82' helps
above all to make use of the radially inner installation space.

An embodiment of a torsional vibration damping arrange-
ment 10 of this kind is shown in FIG. 25. It will be seen that
the secondary-side central disk element 54 extends farther
radially inward, radially inwardly overlaps the support pins
76 of the planet gears 74, and provides the drive-side sun gear
80" at that location. In order to allow a circumferential relative
movement between this sun gear 80', i.c., the central disk
element 54', and the support pin 76, the cover disk element 54
has corresponding circumferential recesses in the radial
region of these support pins 76.

The driven-side sun gear 82' is fixedly connected, e.g.,
riveted, to the friction surface element 84. Together with the
drive-side sun gear 80, it is in meshing engagement with the
teeth 123—which are not stepped in this case—of the planet
gears 74 which are arranged so as to be distributed in circum-
ferential direction. A transmission ratio different than 1 can
also be achieved in this case, for example, by different profile
displacements of the teeth of the sun gears 80' and 82'.

With its radially inner region, the cover disk element 46 to
be connected to a driveshaft or the like by the screw bolts 50
likewise forms the planet gear carrier 64 in which the support
pins 76 are fixed by riveting or the like. The central disk
element 54 or drive-side sun gear 80' formed integral there-
with is supported axially with respect to the cover disk ele-
ment 46 and radially at a supporting element 208 which is
annular, for example, and which is secured by the screw bolts
50 by a bearing 206 which is constructed, for example, as a
plain bearing support. The driven-side sun gear 82' is axially
and radially supported with respect to the cover disk element
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46 by means of the friction surface element 84 by the radial
bearing 88 and, for example, an axial bearing 210.

A fluid-tight closure of the volume region containing the
damper springs 52 can be achieved by a pre-loading element
62 which is constructed as a sheet metal element installed in
apre-loaded manner and which can be fixed together with the
sun gear 82' to the friction surface element 84 and which is
supported radially outwardly at the cover disk element 48.
Axially between the two sun gears 80' and 82', a further seal
element 212 can tightly seal this volume region radially
inwardly.

Of course, in this embodiment the drive-side sun gear 80'
can also be formed separate from the secondary side 30 and
central disk element 54 and can therefore be fixedly con-
nected, for example, by riveting, welding or screwing. Simi-
larly, the driven-side sun gear 82' could of course be formed
integral with the friction surface element 84' or another fly-
wheel mass element.

In this embodiment, as in the embodiments having ring
gears, the teeth provided at the sun gears or ring gears can be
formed as straight teeth or as inclined teeth. Particularly at
those locations where stepped planet gears 74 are used which
have two sets of teeth 122, 124, different toothing geometries
can also be used, of course, in association with the drive-side
ring gear or sun gear and in association with the driven-side
ring gear or sun gear.

FIGS. 26 to 28 show the construction of a planet gear
carrier which can be used in the different embodiment of the
planetary transmission arrangement 66 that were described
above. FIG. 26 shows the planet gear carrier 64 with a planet
gear 74 rotatably carried thereon. This planet gear 74 is
formed in two-stepped manner with teeth 122, 124 of differ-
ent diameters. The planet gear 74 is formed of two parts; a
cylindrical axial projection 216 carrying the gear part 218
having teeth 122 is provided at the gear part 214 having teeth
124. These two gear parts 214, 218 are fixedly connected to
one another, particularly so as to be fixed with respect to
relative rotation, by retaining pins 220.

A supporting ring 222 is fixed to the axial ends of the
support pins 76 remote of the planet gear carrier 64 by screw
bolts 224 or the like which are screwed into threaded holes
226 of the support pins 76. The supporting ring 222 accord-
ingly connects preferably all of the support pins 76 so that
they are secured against deflecting movements in circumfer-
ential direction or in radial direction under load. This results
in a stiffening of the planetary transmission arrangement 66 in
the region of the planet gear carrier 64. As a result, the dif-
ferent teeth in meshing engagement are held in an optimal
manner with respect to their toothed engagement and, there-
fore, wear-inducing friction effects can be mitigated or elimi-
nated. Further, by virtue of the mitigation or elimination of
friction effects, a disadvantageous influence on the vibration
damping behavior is prevented.

It will further be seen in FIG. 26 that thrust rings 228, 230
at which the planet gears 74 can be supported axially and
which surround the support pins 76 can be provided at the
mutually opposing sides of the supporting ring 22 on the one
hand and of the planet gear carrier 64 on the other hand.
Further, the supporting ring 222 can be provided with axial
webs 232 in regions thereof lying between successive planet
gears 74 in circumferential direction, which axial webs 232
extend into the circumferential region between the planet
gears 74 and can reach to the planet gear carrier 64. Fastening
members can then be inserted through the planet gear carrier
64 in openings 234 of these webs 232 so that a greater stability
can be achieved in the connection of the supporting ring 222.
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Referring to the example of a drive-side ring gear 80, FI1G.
29 shows the construction thereof with a plurality of ring gear
segments 234 distributed in circumferential direction. These
ring gear segments 234 are fixed to an annular structural
component part, for example, the secondary-side mass part
56 shown in FIG. 4, by screwing and/or welding and/or other
fastening means, e.g., fastening pins or the like. The ring gear
segments 234 which provide the teeth 236 cooperating with
the planet gears 74 are positioned at those circumferential
regions at which the planet gears 74 are also positioned. The
circumferential extension of the ring gear segments 234 can
be limited to the circumferential regions in which the drive-
side ring gear 80 and the planet gears 74 move with respect to
one another in circumferential direction.

Construction of the drive-side ring gear 80 with ring gear
segments of this kind offers various advantages. For example,
it is possible to use materials which are optimized for the
given requirements. In particular, the ring gear segments 234
can be formed of comparatively hard and therefore wear-
resistant material. Also, the drive-side ring gear 80 can be
composed, for example, of a disk-like structural component
part and the individual ring gear segments in a comparatively
simple manner. Teeth need no longer be worked into a larger
disk-like structural component part. It is also possible there-
fore to provide ring gear segments with differing profile dis-
placement of the teeth 236 formed thereon, which makes it
possible to adjust the gear ratio provided in the coupling
arrangement 24.

The driven-side ring gear 82 can also be formed with ring
gear segments of this kind in the different embodiments
described above and in the following. When the planetary
transmission arrangement is formed with sun gears, it is also
possible for the teeth formed thereon to be segmented in this
way. Segmented teeth of this kind can also cooperate with
planet gears 74 which are constructed in a segmented manner
as shown, for example, in FIG. 6.

The planet gears 74 and, as the case may be, also ring gear
segments or sun gear segments can, of course, be arranged
equidistant, i.e., at an equal angular distances, in circumfer-
ential direction in the embodiments described above and in
the following. This is a particularly advantageous construc-
tion for reasons of symmetry and for preventing imbalances.
However, it is also possible generally to vary the circumfer-
ential spacing of the planet gears 74 so that not every planet
gear has the same distance from the planet gear or planet gears
directly adjacent in circumferential direction. It has been
shown, for example, that with, e.g., three planet gears a cir-
cumferential spacing varying by 120°, respectively, i.e., an
irregular arrangement, is advantageous with respect to noise
generation of the mutually engaging teeth. Of course, an
arrangement of this kind which diverges from a uniform
circumferential sequence can also be provided for other quan-
tities of planet gears.

FIGS. 30 to 32 show an embodiment of a torsional vibra-
tion damping arrangement 10 which basically corresponds to
the construction described above referring to FIG. 7. It will be
seen particularly in FIG. 30 that the planet gear carrier 64 with
planet gears 74 carried thereon has the construction shown in
FIG. 26, i.e., the planet gears 74 are formed in two parts in a
stepped manner and the planet gear carrier 64 is pinned
through the supporting ring 222.

It can be seen further that the drive-side ring gear 80 is
fixed, e.g., screwed but possibly also riveted, welded, or the
like, to an annular disk-shaped ring gear carrier 238. The
embodiment with screws has the advantage of a particularly
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simple construction and affords the possibility, for carrying
out repairs, if necessary, to easily remove the ring gear 80
again.

Radially inwardly, the ring gear carrier 238 is fixedly con-
nected to the two cover disk elements 104, 106 by a plurality
of'screw bolts 240 which penetrate the central disk element 54
with circumferential movement play. In this case also, of
course, the connection could also be carried out, for example,
by riveting, although the use of screw bolts 240 is particularly
advantageous with respect to assembly and, if required, also
for repair work. In its radially inner region, the ring gear
carrier 238 is supported radially and axially at the planet gear
carrier 64 by bearings 242, 244 which are formed, for
example, with plain bearing rings. Of course, rolling element
bearings can also be used. The ring gear carrier 238 is axially
supported in direction of the cover disk element 46 by the
cover disk element 104 adjacent to cover disk element 46 and
by a bearing ring 246.

In this case and, of course, in the other embodiments, the
planet gears 74 can be rotatably carried at the support pin 76
via a bearing support 78 comprising needle bearings. These
needle bearings can be sealed, for example.

The driven-side ring gear 82, as separate structural com-
ponent part, is fixedly connected to the friction surface ele-
ment 84, for example, a flywheel disk of a friction coupling,
by screw bolts 248. Together with the driven-side ring gear
82, a seal element 250 which is constructed, for example, as
sheet metal material is fastened by the screw bolts 248. This
seal element 250 contacts the outer circumference of the
drive-side ring gear 80 at a slight distance or under a slight
pressure, possibly via a sealing lip, so that the volume region
containing the planetary transmission arrangement 66 is
enclosed.

A particular advantage of the embodiment shown in FIGS.
30 to 32 is that this torsional vibration damping arrangement
can be screwed to a crankshaft or other driveshaft by a con-
ventional crankshaft screw fastening without requiring addi-
tional steps for adapting. Considering this, it is easily possible
to integrate this torsional vibration damping arrangement in a
drivetrain of conventional construction.

Thus, while there have shown and described and pointed
out fundamental novel features of the invention as applied to
a preferred embodiment thereof, it will be understood that
various omissions and substitutions and changes in the form
and details of the devices illustrated, and in their operation,
may be made by those skilled in the art without departing
from the spirit of the invention. For example, it is expressly
intended that all combinations of those elements and/or
method steps which perform substantially the same function
in substantially the same way to achieve the same results are
within the scope of the invention. Moreover, it should be
recognized that structures and/or elements and/or method
steps shown and/or described in connection with any dis-
closed form or embodiment of the invention may be incorpo-
rated in any other disclosed or described or suggested form or
embodiment as a general matter of design choice. It is the
intention, therefore, to be limited only as indicated by the
scope of the claims appended hereto.

The invention claimed is:

1. A torsional vibration damping arrangement, comprising:

an input region to be driven in rotation around an axis of
rotation;

an output region;

a first torque transmission path provided between the input
region and the output region;
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a second torque transmission path parallel to the first
torque transmission path and provided between the input
region and the output region;

a first phase shifter arrangement provided in the first torque
transmission path and constructed for generating a phase
shift of rotational irregularities transmitted via the first
torque transmission path relative to rotational irregulari-
ties transmitted via the second torque transmission path;
and

a coupling arrangement provided between the input region
and the output region, the coupling arrangement con-
structed for destructively superposing torques transmit-
ted via the first and second torque transmission paths,

wherein the coupling arrangement includes a planetary
transmission arrangement;

wherein the planetary transmission arrangement includes a
planet gear carrier connected to the second torque trans-
mission path and having a plurality of planet gears rotat-
ably carried thereon;

wherein the planetary transmission arrangement includes:

a first ring gear arrangement in meshing engagement with
the planet gears and connected to the first torque trans-
mission path, and

a second ring gear arrangement in meshing engagement
with the planet gears and connected to the output region;

or wherein the planetary transmission arrangement
includes:

a first sun gear arrangement in meshing engagement with
the planet gears and connected to the first torque trans-
mission path, and

a second sun gear arrangement in meshing engagement
with the planet gears and connected to the output region.

2. The torsional vibration damping arrangement according
to claim 1, wherein the torsional vibration damping arrange-
ment is for a drivetrain of a vehicle.

3. The torsional vibration damping arrangement according
to claim 1, wherein the first phase shifter arrangement
includes a first oscillation system having a primary side and a
secondary side which is rotatable relative to the primary side
around the axis of rotation against a force of a spring arrange-
ment.

4. The torsional vibration damping arrangement according
to claim 3, further comprising a second phase shifter arrange-
ment provided in the second torque transmission path.

5. The torsional vibration damping arrangement according
to claim 4, wherein the second phase shifter arrangement
includes a second oscillation system with a primary side and
asecondary side which is rotatable relative to the primary side
of the second oscillation system around the axis of rotation
against an action of a further spring arrangement.

6. The torsional vibration damping arrangement according
to claim 5, wherein the first oscillation system and the second
oscillation system have resonant frequencies that differ from
one another.

7. The torsional vibration damping arrangement according
to claim 6, wherein a resonant frequency of the first oscilla-
tion system is below a resonant frequency of the second
oscillation system.

8. The torsional vibration damping arrangement according
to claim 1, wherein at least one of the first torque transmission
path and the second torque transmission path is formed with
at least one of a frictional damping arrangement and a fluidic
damping arrangement for the rotational irregularities trans-
mitted via at least one of the first torque transmission path and
the second torque transmission path.

9. The torsional vibration damping arrangement according
to claim 8, wherein the frictional damping arrangement and
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the fluidic damping arrangement are arranged so as to act one
of in parallel and in series with one another.

10. The torsional vibration damping arrangement accord-
ing to claim 8, wherein at least one of the frictional damping
arrangement and the fluidic damping arrangement is arranged
s0 as to act one of in parallel and in series with a spring
arrangement.

11. The torsional vibration damping arrangement accord-
ing to claim 1, wherein one of the first ring gear arrangement
and the first sun gear arrangement in connection with the
planet gears and one of the second ring gear arrangement and
the second sun gear arrangement in connection with the
planet gears provide transmission ratios which differ from
one another.

12. The torsional vibration damping arrangement accord-
ing to claim 11, wherein at least one of the planet gears, the
first ring gear arrangement, the second ring gear arrangement,
and the first sun gear arrangement is constructed as a seg-
mented gear.

13. The torsional vibration damping arrangement accord-
ing to claims 1, wherein the planet gears are arranged so as to
be substantially circumferentially equidistant from one
another.

14. The torsional vibration damping arrangement accord-
ing to claim 1, wherein the planet gears are arranged at
unequal distances from one another circumferentially.

15. The torsional vibration damping arrangement accord-
ing to claim 4, wherein the coupling arrangement is arranged
radially inside at least one of the first phase shifter arrange-
ment and the second phase shifter arrangement in an at least
partially axially overlapping manner.

16. The torsional vibration damping arrangement accord-
ing to claim 4, wherein the coupling arrangement is arranged
axially adjacent to at least one of the first phase shifter
arrangement and the second phase shifter arrangement.
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17. The torsional vibration damping arrangement accord-
ing to claim 1, wherein the second torque transmission path
has a stiffness of at least 800Nm/° .

18. The torsional vibration damping arrangement accord-
ing to claim 1, wherein the second torque transmission path
has a stiffness of at least 1500 Nm/° .

19. The torsional vibration damping arrangement accord-
ing to claim 1, wherein at least one of:

a ratio of a mass moment of inertia of the input region to a
mass moment of inertia in the first torque transmission
path is in the range of 1 to 10, and

a ratio of the mass moment of inertia in the first torque
transmission path to a mass moment of inertia in the
second torque transmission path is in the range of 2 to
20.

20. A hybrid drive module comprising a torsional vibration

damping arrangement according to claim 1.

21. A hydrodynamic coupling arrangement, comprising a
torsional vibration damping arrangement according to claim
1.

22. The hydrodynamic coupling arrangement according to
claim 21, wherein the hydrodynamic coupling arrangement
includes a hydrodynamic torque converter.

23. A drive system for a vehicle, comprising:

a drive unit; and

a torsional vibration damping arrangement according to
claim 3, wherein the input region can be driven by a
driveshaft of the drive unit for rotation around the axis of
rotation.

24. The drive system according to claim 23, wherein a
resonance of the first oscillation system is one of below and
near an idling speed of the drive unit.

25. The drive system according to claim 5, wherein a reso-
nance of the second oscillation system is one of above and
near a maximum speed of the drive unit.
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